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1.0 EXECUTIVE SUMMARY

1.1 Background

This report presents the error models and figures of merit to evaluate the performance
of the Passive Final Approach Spacing Tool (FAST). Specifically, the ground speed radar
tracking errors which are introduced into the FAST software are investigated. The error
models describing the effect of these ground speed tracking errors on the FAST
Scheduling Logic (SL)are developed. These error models and a number of figures of
merit are then integrated into two FAST Performance Simulations. These Performance
Simulations are then evaluated for typical two-aircraft scenarios. It is shown that there
is an increasing likelihood that FAST SL might reach an incorrect aircraft ordering or
merging decision due to ground speed tracking errors. However, the FAST SL logic is
in general relatively robust to these types of errors.

Passive FAST provides advisories and serves as a decision aid to the air traffic controller
(Anon, 1990; Bergh, 1995; Davis, 1997; Erzberger, 1995; Lee, 1995; Mueller, 1998;
Robinson, 1997; Slattery, 1995, 1997). As illustrated in Figure 1-1, the process starts with
estimates of the aircraft horizontal position and velocity as obtained from the ARTS
radar and its tracking software. Next altitude information is added, as provided by the
aircraft barometric altimeter. FAST then computes predicted trajectories for the aircraft
to the runway threshold with the Trajectory Synthesizer (TS) using estimates of the
aircraft’s current position and velocity. FAST then determines the preferred sequencing
or merging of aircraft in the Terminal Radar Area Control (TRACON) using FAST SL,
based on logic which mimics the air traffic controller’s decision process.

RADAR

BARO
ALTIMETER

α−β
TRACKING

FILTER
SCHEDULING

LOGIC
AIRCRAFT-

CONTROLLER
INTERFACE

KINEMATICS

ARTS RADAR FAST

AIRCRAFT

TRAJECTORY
SYNTHESIZER

Figure 1-1. Final Approach Spacing Tool (FAST) Information Flow
Figure 1-2 illustrates the typical aircraft flight path segments in the TRACON terminal
approach area. This figure illustrates the problem of ordering aircraft on the same flight
path segment and merging them onto a common flight path segment. The aircraft are
spaced and merged to assure that:
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• minimum separation constraints are maintained
• unwanted overtakes are avoided
• delays in reaching the runway are minimized.
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Figure 1-2. Approach to Dallas-Ft. Worth Runway 18R
from SW Metering Fix

Under a prior study  (Mueller, 1998), the focus was  primarily on the sources of the
velocity errors and their impact on the FAST TS. The study also evaluated a few of the
input variables into the FAST SL which are sensitive to velocity errors.

It was the objective of this study to complete the error analysis for the remaining FAST
SL input variables which are sensitive to velocity errors. This was followed with the
development of two statistical simulations of the FAST SL fuzzy logic. These
performance simulations model the individual FAST SL input errors and several figures
of merit. These statistical error models were then used to evaluate to evaluate the
performance of FAST over several nominal aircraft flight path profiles.

1.2 Report Outline

Chapter 2 introduces the four Procedures used by the FAST SL, two of which are the
focus of this study. Also, this chapter presents the mathematical definitions for all ten
Proposition input variables used by these four Procedures. In addition the mathematical
models for the nominal Membership function, Output, Weight, and Firing Strength are
presented for the six Proposition inputs which are ground speed dependent.

Chapter 3 focuses on the input variable statistics. It specifically shows the nominal
trajectories which are used to drive the input variable error models developed in this
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Chapter. The input variable statistics for the six ground speed dependent input
variables are then simulated using nominal trajectories.

Chapter 4 introduces and examines various figures of merit for evaluating the
performance of the FAST SL. This Chapter includes a discussion of the figure of merit
developed under the last study and then introduces four new figures of merit. These
new figures of merit are shown to provide a much more practical metric for evaluating
the FAST SL performance.

Chapter 5 summarizes the FAST SL Ordering Procedure Performance Simulation and
presents results for a two-aircraft scenario. Chapter 6, in turn, summarizes the FAST SL
Merging Procedure Performance Simulation and presents results for another two-
aircraft scenario.

Appendix A presents the FAST TS MATLAB simulation listing and test case, developed
under the last study. Appendix B presents the FAST SL Ordering Procedure
Performance Simulation listing and test case while Appendix C presents the FAST SL
Merging Procedure Performance Simulation listing and test case.

1.3 Key Results

The two performance simulations which were developed are illustrated in Figure  1-3.
This figure shows that one simulation is used to evaluate the nominal and statistical
performance of the Ordering Procedure of a GENERAL-Type Spatial Constraint. A
second simulation is used to evaluate the nominal and statistical performance of the
Merging Procedure of a GENERAL-Type Spatial Constraint.

As shown in this figure, each performance simulation takes the nominal trajectories of
two aircraft as input. It then computes the radar tracking ground speed errors and the
corresponding trajectory prediction errors. With the trajectory prediction errors, the
individual FAST SL Propositions are evaluated using both the nominal and the statistical
inputs. The performance figures of merit are evaluated for each Proposition in the
Procedure as well as for the composite Procedure.

For these two scenarios, the Relative Ground Speed mean errors were found to vary
between -/+25 knots while the standard deviation was less than 7 knots. While a
negative Relative Ground Speed could lead to an overtake situation, the current
deadband used by the Relative Ground Speed Proposition is -/+20 knots. This suggests
that the Relative Ground Speed errors are large enough to introduce Proposition
decision errors. Alternately,  this suggests that the dead band might be set slightly
higher.
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Figure 1-3.  FAST SL Performance Simulation Information Flow

The mean error of NSDFCTS for two aircraft merging onto the Downwind segment
varied between -1 and 0 while the standard deviation was less than 0.25.  Since the
nominal NSDFCTS is 1, the estimate (sum of nominal and mean) varied between 0 and 1.
Since an NSDFCTS of 1 indicates a filled aircraft slot, an estimate of NSDFCTS < 1 suggests
the loss of a slot or alternately a minimum separation conflict between the two aircraft.
This perceived conflict can result in an unneeded additional aircraft separation request
by the air traffic controller.

For the time of arrival dependent variables, the Relative Estimated Time of Arrival
(ETA) Magnitude mean error varied between -/+1 minute while the standard deviation
was less than 0.2 minutes. The nominal and minimum allowed time separation between
two jets is 1 minute for this scenario. Hence, the Relative ETA Magnitude estimate could
lead to a perceived violation of this requirement. Alternately, if this requirement is
actually being violated, the ETA magnitude statistics can mask this problem. This would
lead to the conclusion that minimum time separation standards are being observed.

The Controllability is another ETA-dependent input variable. Its mean error varied
between -/+2 while the standard deviation was less than 0.3. The Excess Delay mean
error, another ETA-dependent input variable, varied between -/+5% while the standard
deviation was less than 2%. Finally, the Normalized Delay Savings (NDS) mean, the
fourth ETA-dependent input variable, varied between -/+0.2 while the standard
deviation was less than 0.3.

The last study selected a performance figure of merit which focused on the statistics of
the Proposition input variables. This figure of merit was defined as the probability that
an estimate of the input to a trapezoidal Membership function is located in a different
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region (within the Deadband, or to the right or left of the Deadband) than the nominal
input. This leads to a metric which determines the probability of a Proposition decision
error -- somewhat analogous to missed and false alarms in signal theory.

Under this study, it was determined that a more significant figure of merit is the mean
(expected) Proposition Firing Strength. The Proposition Firing Strength determines the
decision reached by that Proposition. The nominal Firing Strength is defined as the
product of the nominal Proposition Output and the Weight. Both are directly
determined by the nominal Proposition Membership Function and the input to it.
Hence, the mean Membership, Output, and Weight were also added as figures of merit.

For the Ordering Procedure of a GENERAL-Type Spatial Constraint, the only ground
speed dependent input is the Relative Ground Speed itself. This input is used in two of
the seven Proposition pairs. For a scenario consisting of the two in-track jet aircraft, it
was shown that the Relative Ground Speed statistics coupled with the structure of the
two Propositions introduced only small to moderate deviations from the nominal firing
strengths. When these Proposition statistics were combined with the remaining
nominal Proposition results, the Procedure Firing Strength statistics also showed only
minor deviations from the nominal Procedure results. Caution must be used in
generalizing these results since they were obtained from only a single two-aircraft
scenario.

For the Merging Procedure of a GENERAL-Type Spatial Constraint, both the Relative
Ground Speed and the NSDFCTS of the two aircraft are dependent on ground speed
errors. Furthermore, the NSDFCTS input is used in three of the seven Proposition pairs.
Also, their possible Output values are much more significant than those used for the
Relative Ground Speed Propositions. In addition, the Relative Ground Speed was used
as input in two of the seven Propositions.

For a scenario of one turboprop aircraft merging onto the same Downwind flight path
segment as a jet aircraft, the Firing Strength statistics for the NSDFCTS Propositions
showed small to  large deviations from the nominal results. The Relative Ground Speed
Firing Strength Statistics were shown to produce small deviations from the nominal for
the two associated Propositions. When the Firing Strength statistics from all seven
Propositions were combined to obtain the Procedure Firing Strength statistics, it was
found that Procedure Firing Strength statistics showed some moderate deviations from
the nominal Procedure results. However, the results were not significant enough to
lead to an erroneous merging order decision for the two aircraft. In other words, the
polarity of the Procedure Firing Strength did not change sign. Again, caution should be
used in generalizing these results since they are only based on one scenario.

1.4 Conclusions and Recommendations

Under this study, the remaining error models were developed which allow all six of the
ten Proposition input variables which are ground speed dependent to be evaluated.
These error models were incorporated into a performance simulation of the Ordering
Procedure of a GENERAL-Type Spatial Constraint and into a separate simulation of the
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Merging Procedure of a GENERAL-Type Spatial Constraint. In addition, four new
figures of merit were defined and incorporated into these two simulations.

The results obtained from a two-aircraft scenario with the Ordering Procedure
performance simulation, showed that the ground speed dependent input variables had
negligible effect on the Procedure decision for this scenario. The results obtained for a
second two-aircraft scenario with the Merging Procedure performance simulation
showed a moderate impact on the Procedure decision for this scenario. However, the
impact was not severe enough to result in an incorrect Procedure decision. Caution
however should be used in generalizing these results since they are based on one
scenario for each Procedure.

Overall, two performance simulations have been developed which can evaluate the
performance of two of the four Procedures used by FAST. When the performance
simulations for the last two Procedures are developed, the complete performance of
FAST SL can be determined for all four Procedures.

It is recommended that further work on Passive FAST be performed in the following
areas:

• Complete FAST SL Performance Simulations -- include FINAL Procedures
• Perform a number of FAST SL Simulation runs -- understand how well FAST

works under simulated scenarios of a typical airport
• Explore FAST performance under Free-Flight -- availability of more accurate

ground speed data as well as aircraft maneuver intent information
 

 While the focus of this and the last study has been on the performance of Passive FAST, the
error models and various simulations developed under both studies can be extended to
Active FAST. With these extended tools, it will be possible to provide design tools for
expediting the design of  Active FAST. This follows from the fact that these extended
tools will provide direct and efficient feedback of how well the proposed Active FAST
architecture will perform under a variety of different simulated scenarios.

 The tasks which are recommended in support of Active FAST are:
 

• Enhance FAST TS simulation -- incorporate FAST SL specified speed and heading
maneuvers

• Develop generic nominal FAST SL simulation -- aid design process
• Develop generic statistical FAST SL simulation -- determine sensitivity to relative

ground speed errors
• Explore design and performance impact of flight technical errors, wind errors,

and unexpected weather fronts -- develop more robust FAST
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2.0 FAST SCHEDULING LOGIC

2.1 Introduction

In this chapter, a general overview of the FAST SL fuzzy logic is presented. It also
includes a description of the inputs used by this logic and the decisions which result
from these inputs. A more thorough description of FAST SL can be found in (Mueller,
1998; Robinson, 1997).

The FAST Scheduling Logic (SL) sequences and merges all aircraft approaching the
same runway, such that the maximum number of flights can be safely landed. To assure
that this scheduling is performed safely, FAST SL checks the minimum current and
future predicted aircraft separations to assure that these are not less than the specified
minimums nor excessively large. FAST SL also checks the current and future predicted
relative speeds of all aircraft on the same current or future flight path segment to avoid
unwanted overtakes. Finally, FAST SL attempts to schedule the aircraft such that there
is minimum delay in each aircraft reaching its assigned runway. It accomplishes this by
evaluating the current position and velocity and future predicted positions, velocities,
and ETAs for all aircraft in the TRACON.

FAST SL incorporates a fuzzy logic decision methodology to perform aircraft
scheduling. The design of this logic has evolved over a number of years, incorporating
inputs from air traffic controllers, and is still undergoing changes. As a result, the fuzzy
logic decision methodology attempts to closely mimic the decision process the air traffic
controllers themselves use in scheduling aircraft. Despite this capability, FAST is  a
decision aid to the controller rather than an automation of his duties.

2.2 Nominal Scheduling Logic

There are four primary sets of scheduling decisions which are evaluated in FAST using a
set of fuzzy logic Procedures. These are:

• Ordering Procedure of a GENERAL-type Spatial Constraint
• Merging Procedure of a GENERAL-type Spatial Constraint
• Ordering Procedure for a FINAL-type Spatial Constraint
• Merging Procedure for a FINAL-type Spatial Constraint

A Spatial Constraint, or Spatial Constraint Set, is any group of aircraft whose
trajectories currently, or in the future, will pass through the same section of airspace. A
GENERAL-type Spatial Constraint is a set of aircraft from a particular trajectory
segment, other than the Final segment.

The Propositions for the Ordering Procedure of a GENERAL-type Spatial Constraint are
summarized in Table 2-1 for two aircraft, A and B. The Propositions for the Merging
Procedure of a GENERAL-type Spatial Constraint are summarized in Table 2-2 for two
aircraft. In Table 2-2, FCTS is the First Common Time Step of two aircraft which are
merging onto a common flight segment, such as the Downwind segment.
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Table 2-1 Ordering Procedure of a GENERAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 A    significantly ahead     of B     at current
position   

NSDTRK A    significantly favored    45

2 A     ahead     of B     at current position   NSDTRK A    favored    30

3 A    slightly ahead     of B     at current position   NSDTRK A    slightly favored    15

4 A     ahead     of B     at current position   NSDTRK A    slightly favored    15

5 A    faster    than B     at current position   ∆VG A      marginally favored    7.5

6 A    lower    than B   at current position   ∆h A      marginally favored    7.5

7 (A    close    to B) AND (A    faster    than B     a t
current position)   

∆d &
∆VG

A    slightly favored    15

8 B    significantly ahead     of A     at current
position   

NSDTRK B    significantly favored    -45

9 B     ahead     of A     at current position   NSDTRK B    favored    -30

10 B    slightly ahead     of A     at current position   NSDTRK B    slightly favored    -15

11 B     ahead     of A     at current position   NSDTRK B    slightly favored    -15

12 B    faster    than A     at current position   ∆VG B      marginally favored    -7.5

13 B    lower    than A     at current position   ∆h B      marginally favored    -7.5

14 (B    close    to A) AND (B    faster    than A     a t
current position)   

∆d &
∆VG

B    slightly favored    -15
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Table 2-2 Merging Procedure of a GENERAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 A    significantly ahead     of B     at FCTS    NSDFCTS A    significantly favored    45

2 A     ahead     of B     at FCTS    NSDFCTS A    favored    30

3 A    slightly ahead     of B     at FCTS    NSDFCTS A    slightly favored    15

4 A     ahead     of B     at current position   NSDTRK A    slightly favored    15

5 A    faster    than B     at FCTS    ∆VG A      marginally favored    7.5

6 A    lower    than B   at current position   ∆h A      marginally favored    7.5

7 (A    close    to B) AND (A    faster    than B     a t
FCTS)   

∆d &
∆VG

A    slightly favored    15

8 B    significantly ahead     of A     at FCTS    NSDFCTS B    significantly favored    -45

9 B     ahead     of A     at FCTS    NSDFCTS B    favored    -30

10 B    slightly ahead     of A     at FCTS    NSDFCTS B    slightly favored    -15

11 B     ahead     of A     at current position   NSDTRK B    slightly favored    -15

12 B    faster    than A     at FCTS    ∆VG B      marginally favored    -7.5

13 B    lower    than A     at current position   ∆h B      marginally favored    -7.5

14 (B    close    to A) AND (B    faster    than A     a t
FCTS)   

∆d &
∆VG

B    slightly favored    -15

The Propositions for the Ordering Procedure of a FINAL-type Spatial Constraint are
presented in Table 2-3. Finally, the Propositions for the Merging Procedure of a FINAL-
type Spatial Constraint are summarized in Table 2-4.  In this report, the focus will be on
the Ordering and Merging Procedures of GENERAL-type Spatial Constraint.

As shown in these four tables, each Procedure incorporates a set of Propositions for a
set of two aircraft (A and B). These Propositions typically use a relative dynamic
variable, such as relative ground speed, relative separation, etc., as input. Each
Proposition then determines a decision for these two aircraft. By combining all the
Proposition decisions for a Procedure in a weighted sense, a Procedure decision is
determined for these two aircraft. For all four Procedures, the decision which is reached
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is that either the order of the two aircraft at the current, or a specified future time, is
preferred or the reverse order is preferred.

Table 2-3 Ordering Procedure of a FINAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 A sequenced behind B is   significantly out
of delay    

κ A    significantly favored    45

2 A sequenced behind B is    out of delay    κ A f    avored    30

3 (A was     ahead     of B) AND (B sequenced
behind A is    not significantly delayed     )

NSDTRK &
ζ

A    favored    30

4 A sequenced behind B is     delayed    ζ A    slightly favored    15

5 A sequenced behind B is    slightly delayed    ζ A      marginally favored    7.5

6 A     ahead     of B along downwind segment NSDDOWN A    favored    30

7 A    lower    than B at current position ∆h A    somewhat favored    22.5

8 A sequenced ahead of B    causes less delay    NDS A      marginally favored    7.5

9 B sequenced behind A is   significantly out
of delay    

κ B    significantly favored    -45

10 B sequenced behind A is    out of delay    κ B f    avored    -30

11 (B was     ahead     of A) AND (A sequenced
behind B is    not significantly delayed     )

NSDTRK &
ζ

B    favored    -30

12 B sequenced behind A is     delayed    ζ B    slightly favored    -15

13 B sequenced behind A is    slightly delayed    ζ B      marginally favored    -7.5

14 B     ahead     of A along downwind segment NSDDOWN B    favored    -30

15 B    lower    than A at current position ∆h B    somewhat favored    -22.5

16 B sequenced ahead of A    causes less delay    NDS B      marginally favored    -7.5
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Table 2-4 Merging Procedure of a FINAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 A sequenced behind B is    out of delay    κ A    significantly
favored    

45

2 A sequenced behind B is    significantly delayed    ζ A f    avored    30

3 A sequenced behind B is     delayed    ζ A    slightly favored    15

4 A sequenced behind B is    slightly delayed    ζ A      marginally favored    7.5

5 A     ahead     of B     along downwind    NSDDOWN A    somewhat favored    22.5

6 A    lower    than B at current position ∆h A    slightly favored    15

7 (A is    in-trail    behind another aircraft) AND
(A has    in-trail    ETA with another aircraft)

∆d & τAi A      marginally favored    7.5

8 (B is    in-trail    behind another aircraft) AND
(B has    in-trail    ETA with another aircraft)

∆d & τBi A      marginally favored    7.5

9 A sequenced ahead of B    causes less delay    NDS A      marginally favored    7.5

10 B sequenced behind A is    out of delay    κ B    significantly
favored    

-45

11 B sequenced behind A is    significantly delayed    ζ B f    avored    -30

12 B sequenced behind A is     delayed    ζ B    slightly favored    -15

13 B sequenced behind A is    slightly delayed    ζ B      marginally favored    -7.5

14 B     ahead     of A     along downwind    NSDDOWN B    somewhat favored    -22.5

15 B    lower    than A at current position ∆h B    slightly favored    -15

16 (B is    in-trail    behind another aircraft) AND
(B has    in-trail    ETA with another aircraft)

∆d & τAi B      marginally favored    -7.5

17 (A is    in-trail    behind another aircraft) AND
(A has    in-trail    ETA with another aircraft)

∆d & τBi B      marginally favored    -7.5

18 B sequenced ahead of A    causes less delay    NDS B      marginally favored    -7.5
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In Table 2-4, ETA is the Estimated Time of Arrival of an aircraft at the runway edge.

For ordering aircraft which have a GENERAL-Type Spatial Constraint, each aircraft in
the initial Spatial Constraint is compared to every other in that Spatial Constraint. When
merging aircraft of a GENERAL-Type Spatial Constraint, the lead aircraft from each of
the separate Spatial Constraints are compared, while maintaining the relative sequence
established by the initial Spatial Constraint ordering Procedure.

The repetition in Table 2-1 of Propositions 2 and 4 with different Consequents, and
Propositions 9 and 11 with different Consequents is based on the fact that the
Propositions for the ordering and merging Procedure of a GENERAL Type Spatial
Constraint are conveniently implemented as those in Table 2-2. However, NSDFCTS is
interpreted as NSDTRK, in Table 2-1.

Since the aircraft pass from separate flight path segments onto a common segment at
different times, an important common reference point is the FCTS for the Merging
Procedure of a GENERAL-type Spatial Constraint. It is defined to be the earliest time
both aircraft reach the same flight path segment based on their predicted position, or
equivalently, the first time they both belong to the same Spatial Constraint.

Each of the four Spatial Constraint scheduling decisions is based on set of fuzzy logic
Propositions. The inputs to these fuzzy logic Propositions are relative positions (∆d),
relative ground speed (∆VG), relative altitude (∆h), ETA, or derived variables based on
the previous four variables, for two aircraft at a time. The derived variables are the
NSD, the Controllability (κ), the Excess Delay (ζ), NDS, and the Relative ETA Magnitude
(τ). The equations for these derived variables are presented in a later section.

These inputs are translated, via Membership Functions, into a Membership value which
varies between 0 and 1. Zero indicates no membership, one indicates complete
membership, while intermediate values indicate the degree of membership for the two
aircraft for that particular Proposition.

The Membership value becomes the independent variable used by the assigned
Consequent function to define an Output and an Output Weight. The Output values,
which are summarized in Table 2-5, have been selected arbitrarily.

The Output Weight, which varies between 0 and 5, is determined by the Membership
value. By summing the weighted Outputs, the so-called Firing Strengths, from all the
applicable Propositions for a particular Spatial Constraint, a Procedure Decision Score,
or Firing Strength, is obtained. The polarity of that Score determines, in part, if the
previous Decision (order of the two aircraft) will be maintained (+) or reversed (−). In
addition, hysterisis is built into this Decision logic such that a reversal of a previous
Decision will not be implemented until the new Procedure Normalized Firing Strength
has reached a value of at least +/−7.5.

Table 2-5.  Proposition Output Values
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Consequent Function Output

‘Marginally favored’ 7.5

‘Slightly favored’ 15

‘Somewhat favored’ 22.5

‘Favored’ 30

‘Quite favored’ 37.5

‘Significantly favored’ 45

2.3 Proposition Inputs

In this section, the Membership Function input variables will be defined and the
equations used to compute these variables will be presented. It will be shown that while
the FAST Trajectory Synthesizer (TS) provides the position, velocity, ETA, and the
relative position and ground speed at FCTS, the FAST SL uses some of these as input
variables directly and others are used to compute secondary input variables.

It is convenient to combine a number of the individual Propositions and their inputs
into Proposition pairs, if the Membership Functions are defined in terms of criteria
which depend on relative ground speed sensitive inputs. This facilitates the Proposition
error analysis, presented in Chapter 3. Specifically this combined formulation may
show that the Propositions may be erroneously satisfied due to ground speed errors.
The remaining Propositions, which depend on the current order of the two aircraft
(e.g.: aircraft A is ahead of aircraft B, or aircraft A is below aircraft B) define a unique set
of conditions which are insensitive to these ground speed errors.

A number of input variables involve the NSD between two aircraft (A and B). These are
the NSDFCTS, the current NSD (NSDTRK), and the NSD along the downwind segment
(NSDDOWN). These use as inputs the relative current or future path distance of two
aircraft with the position referenced to a common arbitrary origin. This origin is
selected to be closer to the runway than the Metering Fix and positive in the direction of
the Metering Fix. As a result, the lead aircraft will have a shorter path distance than the
trailing aircraft relative to this arbitrary reference point. These inputs are defined as
follows for the general case of A ahead of B or vice versa:

2.3.1 Normalized Separation Distance at FCTS

The primary criteria for ordering two aircraft currently on different Spatial Constraints
is the Normalized Separation Distance (NSD) at their first common time step (FCTS) on
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the same Spatial Constraint. This variable determines which aircraft is ahead at FCTS
and favors this sequence for the two aircraft.
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where, dFCTS = predicted path distance at FCTS relative to arbitrary reference point
dAB = minimum required separation distance in the TRACON given an

aircraft order: A followed by B (See Table 2-6).

Table 2-6. Aircraft Minimum Required Separation Distance, ∆dAB (nmi.)

Leading
Aircraft, A

Trailing Aircraft, B

Small Large Heavy B757

Small 3 3 3 3

Large 4 3 3 3

Heavy 6 5 4 5

B757 4 4 4 4

2.3.2 Normalized Separation Distance at Current Position (NSDTRK)

The Normalized Separation Distance at the current position determines the current
order of two aircraft relative to the runway threshold. Positive values indicate that
aircraft A is currently ahead of B while negative values indicate the reverse order.
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where, dTRK = aircraft current path distance relative to arbitrary reference point
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2.3.3 Normalized Separation Distance along Downwind Segment

The Normalized Separation Distance along the Downwind Segment is used to sequence
two aircraft if their final approach course has been extended with a base extension. It is
used to favor a sequence which considers the expected order of the two aircraft on the
Downwind Segment. A positive value indicates aircraft A is further along the
Downwind Segment than aircraft B while a negative value indicates the reverse.
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where,      dDOWN = path distance to Downwind Segment relative to arbitrary
    reference

2.3.4 Horizontal Separation

Two additional distance-based Proposition input variables are the Horizontal
Separation and the Altitude Separation. The Horizontal Separation determines the line-
of-sight horizontal separation between the two aircraft. This will be different from the
path separation distance if the two aircraft are not on the same flight path segment.

                                                         d∆ ≡ −( ) + −( )x x y yB A B A
2 2

where, xi, yi = radar coordinate positions of aircraft i

This variable is also used together with the relative ground speed of two aircraft to
determine whether an overtake is desirable. It is also is used together with the relative
ETA magnitude to determine whether two aircraft are in-trail of each other -- one
behind the other.

2.3.5 Altitude Separation

The Altitude Separation between two aircraft, A and B, is used to establish which
aircraft is currently at a lower altitude. This variable is used for ordering aircraft which
are stacked on top of each other.

                                                        h h hB,TRK A,TRK∆ ≡ −( )

where, hTRK = current altitude of the aircraft.
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A positive value indicates that aircraft A is lower than aircraft B while a negative value
indicates the reverse.

2.3.6 Relative Ground Speed

The Relative Ground Speed between two aircraft, either at their current position or at
their FCTS, determines which aircraft is faster. This variable is used to identify
overtakes at the current position or at their FCTS, and this is used to determine
whether these overtakes are acceptable.

The Relative Ground Speed input variable is defined for two aircraft as:

                                                      VG∆ ≡ −( )V VG A G B, ,

where, VG = current ground speed of aircraft.

If it is positive, then aircraft A is faster than aircraft B while if it is negative, the reverse is
true.

2.3.7 Relative ETA Magnitude

Four of the input variables are based on the flight time of the aircraft. As a result, they
indirectly involve the current measured position and ground speed of the aircraft. The
four input variables are the current Relative ETA Magnitude (τAB), the Controllability
(κ), the Excess Delay (ζ), and the NDS.

The Relative ETA Magnitude of two aircraft is used as an indicator of whether two
aircraft should be considered to be in-trail -- one behind the other. This input variable is
used together with the Horizontal Separation to establish that the two aircraft are
indeed in-trail of each other.

τAB = |TAB,Early - TAA,Early|

where,  TAA,Early,TAB,Early = earliest times of arrival for aircraft A and B

The earliest time of arrival, TAEARLY, is obtained by determining the time it takes an
aircraft to reach the runway threshold when it takes the shortest flight path and the
latest speed reductions.

2.3.8 Controllability

The Controllability determines if an aircraft is unable to absorb enough delay to achieve
a desired sequence between two aircraft. A positive value indicates that a desired
sequence of aircraft A ahead of aircraft B allows aircraft B to have excess delay.  A
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negative value, in turn, indicates that this sequence will require more delay of aircraft B
than it has available, based on the aircraft’s ETA range. The time of arrival range is
determined by the earliest and latest arrival trajectory for that aircraft.
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where,    STAA,AB = scheduled time of arrival of aircraft A, given a sequence of AB
            STAB,AB = max{ STAA,AB+∆tAB, TAB,Early}, with STA1stAircraft = TA1st,Early
    TALate = latest time of arrival for that aircraft

     ∆tjk = minimum required separation time between aircraft given a
   sequence of aircraft j followed by aircraft k

The latest time of arrival, TALate, is obtained by determining the time required for an
aircraft to reach the runway threshold when it takes the longest flight path, using any
flight path extensions, and the earliest speed reductions.

The scheduled time of arrival, STAB,AB, is obtained from the earliest times of arrival of
aircraft B and the scheduled time of arrival of the aircraft A. If aircraft A is the first
aircraft of that particular path segment, then its earliest time of arrival defines its
scheduled time of arrival. For all other aircraft, the scheduled time of arrival is
determined by the maximum of the aircraft’s earliest time of arrival and the sum of the
scheduled time of arrival of the aircraft in front of it plus their minimum required time
separation.

The minimum required separation time between two aircraft is computed by dividing
the required separation distance of Table 2-6 by an aircraft speed of 170 knots for all
aircraft. This produces the minimum required time separation shown in Table 2-7.

Table 2-7. Aircraft Minimum Relative Time Spacing, ∆tAB (min)*
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Leading Aircraft, A Trailing Aircraft, B

Small Large Heavy B757

Small 1.0 1.0 1.0 1.0

Large 1.4 1.0 1.0 1.0

Heavy 2.1 1.8 1.4 1.8

B757 1.4 1.4 1.4 1.4

* Assumes a ground speed of 170 knots for all aircraft

2.3.9 Excess Delay

The Excess Delay, expressed as a percentage of the available delay, is used to favor
sequences which distribute the required delays equally among all aircraft. It determines
the amount of delay not used to achieve the required aircraft sequence and to maintain
the required separation at the runway threshold. Values near 100% indicate that little
additional flight time is required to achieve the required sequence. Values near zero, in
turn, indicate that a large amount of the aircraft’s available delay is used to achieve the
required sequence.

  

ς ≡ ⋅

−

−











−

−

























100

 
TA
TA TA

     if A is sequenced behind B

-
TA
TA TA

     if B is sequenced behind A

A,Late

A,Late A,Early

B,Late

B,Late B,Early

STA

STA

A BA

B AB

,

,

,

,

2.3.10 Normalized Delay Savings (NDS)

The Normalized Separation Distance indicates whether the current relative sequence of
two aircraft or the reversed order decreases their overall flight time. A positive NDS
indicates that the order of aircraft A ahead of B causes less delay than the reverse order.
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2.4 Proposition Results

It is of interest in Chapter 4 to know the nominal equations for the Proposition
Membership Function, Output, Weight, and the Weighted Output, or the so-called
‘Firing Strength.’ These variables are expressed in terms of the Proposition input
functions. The equations for the Membership Function, Output, Weight and the Firing
Strength will be presented in this section for the Propositions whose input values
depend on the Relative Ground Speed directly or indirectly.

The individual Propositions of Tables 2-1 through 2-4 are presented separately for
aircraft A versus B and then again for aircraft B versus A. It is desirable to combine the
Membership Functions for two Propositions if the condition for first or second
Proposition depends on a relative ground speed dependent variable. This makes it
possible to determine if errors in these relative ground speed variables lead to a
reversal of the conditions favoring one or the other of the two Propositions.

To be more specific, the Propositions which have conditions which are sensitive to
relative ground speed errors are the Relative Ground Speed itself and the NSDFCTS. The
latter satisfies this criteria because the NSDFCTS depends on the predicted order of the
two aircraft under consideration, rather than on their current order.

This criteria is not satisfied by the Controllability, Excess Delay, and Normalized Delay
Savings, since the condition used for their associated Propositions is whether aircraft A
is currently ahead (or sequenced ahead) of aircraft B or whether the reverse is true. For
the Relative ETA Magnitude, there is only one Membership-Consequent function pair
which is evaluated jointly with the Horizontal Separation of the two aircraft.

2.4.1 Relative Ground Speed

In this section the equations describing Proposition Membership Function, Output,
Weight, and Firing Strength as a function of the nominal Relative Ground Speed are
presented. The Relative Ground Speed Membership Function: ‘Is faster’ and the
corresponding Consequent Function: ‘Is marginally favored’ is illustrated in Figure 2-1.
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Figure 2-1. Relative Ground Speed Membership and Consequent Functions

The left-hand Membership Function (‘B is faster than A’) is used with the left-hand
Consequent Function (‘B marginally favored over A’). While the right-hand
Membership Function (‘A is faster than B’) is used with the right-hand Consequent
Function (‘A marginally favored over B’). Note that this Proposition has only three
possible Outputs: zero, -7.5, and +7.5. The Weight associated with this Output is
determined by the fraction of the triangular area beneath the Membership value for a
specific Relative Ground Speed.

For a Relative Ground Speed, ν, the Membership Function ‘Is faster’, M(ν), is given by:
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The Consequent Function: ‘Is marginally favored,’ has an Output, O(ν), which is
described by:
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The Weight, W(ν), which is associated with the Output, O(ν), for the Membership
Function, M(ν), is given by:
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Substituting for M(ν) into this last expression, the Weight as a function of the Relative
Ground Speed, ν, is obtained:

  

                        W

                                             for,    < -60 kts

                for,  - 60 kts  

                                             for,  - 20 kts < 20 kts

                 for,    20 kts  

                                             for,    60 kts

ν

ν

ν ν
ν

ν

ν ν
ν

ν

( ) =

−
+( ) +( )

≤ < −

≤

−
−( ) −( )

≤ <

≤





















5

20 100
320

20

0

20 100
320

60

5

,

,

,

,

,

kts

kts

Using the expression for the Output, O(ν), and the Weight, W(ν), the Firing Strength,
S(ν),  can be computed as the Weighted Output:

S(ν)  = W(ν)O(ν)
or,
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These equations now make it possible to compute the Membership Function, Output,
Weight, and Firing Strength for any specific value of the Relative Ground Speed which
is input.

2.4.2 Normalized Separation Distance at FCTS

The NSDFCTS Propositions are illustrated in Figure 2-2. As shown in Section 2.3, the
calculation of the NSDFCTS may differ depending on the order of the aircraft, whether
AB or BA. This arises from the use of a normalization factor which depends on what
type of aircraft is ahead of what other type of aircraft.
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These three Membership and Consequent Function pairs are seen to have a similar
structure to that of the Relative Ground Speed Membership and Consequent Function
pair. Hence, it is worthwhile to define the general equations for the Membership
Function, Output, Weigh, and Firing Strength for any general input.

If x is a general input to a trapezoidal Membership Function, M(x):
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Figure 2-2.  NSDFCTS Propositions

where aL,aR = left and right-hand input limits of trapezoidal dead-band (M = 0)
bL,bR = left and right-hand input limits where trapezoid reaches its

maximum value (M = 1)

In this definition of the trapezoidal Membership Function, the left-hand limits are
associated with a negative slope, while those for the positive limits are associated with a
positive slope.

The general Output Function O(x) based on the input x is:
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where c = Consequent Function discrete Output Value (Table 2-5)

The general Output Weight, W(x), is given by:
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Then the general Firing Strength, S(x), can be computed as the Weighted Output:

S(x) = W(x)O(x)
or,
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Hence for the three NSDFCTS Propositions of Figure 2-2, the parameters are
summarized in Table 2-8.
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Table 2-8  NSDFCTS Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Significantly Ahead at FCTS’ -4 -2 2 4 ‘Significantly Favored’ 45

‘Ahead at FCTS’ -2.5 -0.5 0.5 2.5 ‘Favored’ 30

‘Slightly Ahead at FCTS’ -1 0 0 1 ‘Slightly Favored’ 15

2.4.3 Relative ETA Magnitude

The relative ETAs between two neighboring aircraft which are in-trail on the same
flight path segment, are described by the Membership and Consequent Functions
shown in Figure 2-3.
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Figure 2-3 Relative ETA Proposition

The general equations for the Membership Function, Output, Weight, and Firing
strength can be used with the parameters of Table 2-9.

Table 2-9.  Relative ETA Magnitude Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Has In-Trail ETA’ 0 60 0 0 ‘Marginally Favored’ 7.5

2.4.4 Excess Delay
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The three Excess Delay Propositions for aircraft B sequenced behind A are illustrated in
Figure 2-4. The three corresponding Propositions for aircraft A sequenced behind B are
illustrated in Figure 2-5.
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Figure 2-4.  ‘B Sequenced behind A’ Excess Delay Propositions
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Figure 2-5.  ‘A Sequenced behind B’ Excess Delay Propositions

The Excess Delay Membership Function, Output, Weight, and Firing Strength can be
computed using the general formulas derived in Section 2.4.3. The values of the
Proposition parameters are summarized in Tables 2-10 and 2-11, respectively for
aircraft A sequenced behind B and for aircraft B sequenced behind A.
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Table 2-10  Excess Delay Proposition Parameters (Aircraft A Sequenced Behind B)

Membership Function bL aL aR bR Consequent Function c

‘A is Significantly Delayed’ 0 0 50 100 ‘A is Favored’ 30

‘A is Delayed’ 0 0 25 75 ‘A is Slightly Favored’ 15

‘A is Slightly Delayed’ 0 0 0 50 ‘A is Marginally Favored’ 7.5

Table 2-11  Excess Delay Proposition Parameters (Aircraft B Sequenced Behind A)

Membership Function bL aL aR bR Consequent Function c

‘B is Significantly Delayed’ -100 -50 0 0 ‘B is Favored’ -30

‘B is Delayed’ -75 -25 0 0 ‘B is Slightly Favored’ -15

‘B is Slightly Delayed’ -50 0 0 0 ‘B is Marginally Favored’ -7.5

2.4.5 Normalized Delay Savings (NDS)

The Normalized Delay Savings Proposition includes only one membership-Consequent
function pair. It is illustrated in Figure 2-6.

The Proposition parameters which are required to compute the Proposition
Membership Function, Output, Weight, and Firing Strength are summarized in Table 2-
12.

Table 2-12  NDS Proposition Parameters

Membership Function bL aL aR b
R

Consequent Function c

‘A Ahead of B Causes Less Delay’ 0 0 0 2 ‘A is Marginally Favored’ 7.5

‘B Ahead of A Causes Less Delay’ -2 0 0 0 ‘B is Marginally Favored’ -7.5
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Figure 2-6. Normalized Delay Savings Propositions

2.4.6 Controllability (κ)

There are four Controllability Propositions which are illustrated in Figure 2-7  for
aircraft A sequenced behind B and in Figure 2-8  for aircraft B sequenced behind A. To
obtain the Controllability Proposition Membership Function, Output, Weight, and
Firing Strength equations, it is convenient to use the parameters of Table 2-13.
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Figure 2-7  Controllability Propositions (A Sequenced Behind B)

Table 2-13.  Controllability Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Significantly out of Delay’
(Aircraft A behind B)

-0.5 0.25 0 0 ‘A Significantly Favored’ 45

‘Significantly out of Delay’
(Aircraft B behind A)

0 0 -0.25 0.5 ‘B Significantly Favored’ -45

‘Out of Delay’
(Aircraft A behind B)

0 0.75 0 0 ‘A Favored’ 30

‘Out of Delay’
(Aircraft B behind A)

0 0 -0.75 0 ‘B Favored’ -30
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3.0 INPUT VARIABLE ERROR ANALYSIS

3.1 Introduction

In this Chapter, the error equations for the input variables required by FAST SL are
derived. The focus is on the six input variables which depend on the
Relative Ground Speed between two aircraft, whether this dependence is direct or
indirect. The remaining variables are based on current position measurements. As a
result these input variables are much more accurate relative to the ground speed
dependent input variables. The error equations for the Relative ETA Magnitude and the
Normalized Separation Distance at FCTS were previously derived in (Mueller, 1998) .
As a result, these derivations are not be repeated here.

The dependence of each of the FAST SL input variables on the Horizontal Separation
(∆d), Relative Altitude (∆h), and Relative Ground Speed (∆VG) between two aircraft is
summarized in Table  3-1.  It can be seen in this table that of the ten input variables, six
depend on ground speed.

Table 3-1. Input Variable Dependence on Ground Speed

Membership Function Input Variable Dependence on:

∆d ∆h ∆VG

Normalized Separation Distance at FCTS NSDFCTS Yes Yes

Normalized Separation Distance at Current Position NSDTRK Yes

Normalized Separation Distance along Downwind Segment NSDDOWN Yes

Horizontal Separation ∆d Yes

Altitude Separation ∆h Yes

Relative Ground Speed ∆VG Yes

Relative  ETA Magnitude τAB Yes Yes

Controllability κ Yes Yes

Excess Delay ζ Yes Yes

Normalized Delay Savings NDS Yes Yes
The dependence of each of the four Procedures on the six input variables which are
directly or indirectly related to the Relative Ground Speed is summarized in Table  3-2.
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This table clearly shows that the Ordering Procedure of a GENERAL-Type Spatial
Constraint is probably the Procedure least affected by Relative Ground Speed errors.

Table 3.2  FAST SL Ordering/Merging Procedure Dependence on
Relative Ground Speed, ∆VG

      Procedure*

Relative Ground Speed-Dependent
Input Variables

GENERAL-
Type Spatial
Constraint

FINAL-Type
Spatial

Constraint

Order Merge Order Merge

1. Normalized Separation Distance at FCTS NSDFCTS Yes

2. Relative Ground Speed ∆VG Yes Yes

3. Relative ETA Magnitude τAB Yes

4. Controllability κ Yes Yes

5. Excess Delay ζ Yes Yes

6. Normalized Delay Savings NDS Yes Yes

3.2 Nominal TRACON Trajectories

It is of interest to determine the input variable error histories for several standard
TRACON scenarios. As a result, several nominal aircraft trajectories is generated using
the FAST TS simulation developed and documented in (Mueller, 1998) and presented in
Appendix A.

A convenient TRACON scenario is illustrated in Figures 3-1 and 3-2. Both consist of the
southwest approach to Runway 18R at Dallas-Ft. Worth. The first figure is a radar track
plot of flights arriving around 9:15 AM, 11 July 1996, while the second figure is a
simplified diagram of the nominal flight path segments. It can be seen that while both
jets and turboprops pass over the same Metering Fix, they use slightly different flight
path segments to reach the runway.
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Also shown in the latter figure is a nominal base extension which would be used to
obtain a late arrival trajectory. The location of the tracking radar is also shown near this
runway in the latter figure.

A nominal jet and turboprop trajectory is used to provide the input variable error
histories in the next section. The two trajectories are illustrated in Figure 3-3 as a
function of the path distance from the runway threshold and in Figure 3-4 as a function
of the time from the runway threshold.
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Figure 3-3.  FAST TS Jet and Turboprop Distance Histories

For the input variables used by the Merging Procedure, the focus is on the time history
of the two trajectories prior to and including the time of FCTS, tFCTS. Since the turboprop
is the last aircraft to reach the Downwind flight path segment, tFCTS is determined when
it reaches this segment. For this scenario, tFCTS corresponds to the point when the
heading of the turboprop changes to a north (0 deg.) heading. From Figures 3-3 and 3-
4, it can be seen that this occurs approximately 27 nmi. or 8 min. from the runway.

To evaluate the input variables used by the Ordering Procedure, a minimum of two
aircraft trajectories are required on the same flight path segment. Hence it is convenient
to select two jet aircraft trajectories. To evaluate the input variables used by the
Merging Procedure, requires a minimum of one aircraft each from two separate, but
merging, flight path segments. Hence it is convenient to choose a jet and a turboprop
trajectory. Since these conditions require a minimum of two jet and one turboprop
aircraft trajectories, it is convenient to select these three such that the two jets are in
near proximity to each other and that they will also be in near proximity to the
turboprop at the merge point.
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Figure 3-4.  FAST TS Jet and Turboprop Time Histories

Since the input variable errors due to Relative Ground Speed errors are the principal
focus of this study, it is desirable to select the relative spacing such that minimum
separation criteria are satisfied both prior to and after the merge point under nominal
conditions. This corresponds then to a nominal situation which requires no air traffic
controller intervention. When the Relative Ground Speed errors are added, it is possible
to determine if the resulting input variable estimate leads to an incorrect aircraft
ordering or merging decision.

A convenient way to obtain two jet trajectories is to take the nominal jet trajectory of
the previous two figures and assume that all the jet aircraft for that runway approach
nominally flies the same distance histories. The only difference is in the time histories.
Hence, it is convenient to use the same jet time history and obtain the second jet time
history by shifting the nominal jet time history using a time bias. This approach yields
the time histories for the two jets as shown in Figure 3-5.
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Figure 3-5.  FAST TS Jet 1 Ahead of Jet 2  Time Histories

In this figure, the first Jet reaches the Downwind flight path segment approximately 6
minutes prior to tFCTS while the second aircraft reaches it 5 minutes prior to tFCTS. This
time separation of one minute is the minimum separation for two jets. As noted earlier,
tFCTS is determined when the turboprop aircraft reaches the Downwind segment.

In addition, the nominal jet and turboprop trajectories are time shifted (biased) to
produce a minimum separation merging scenario. This scenario corresponds to the
Turboprop ahead of the Jet  at FCTS, as illustrated in Figure 3-6. Under this scenario, the
required minimum separation distance has been used. Hence, the Turboprop is ahead
of the Jet by 3 nm. at FCTS.

3.3 Input Variable Errors

In this section, the error equations will be derived for those FAST SL Membership
Function input variables which are sensitive to ground speed errors. These errors are
also illustrated using the scenarios described in the last section.
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Figure 3-6.  FAST TS Turboprop Ahead of Jet  Time Histories

3.3.1 Aircraft Radar Tracking Errors

Before examining the input variable error statistics which affect the FAST SL
performance, it is worthwhile to examine the fundamental aircraft radar tracking
errors. In particular, since the focus of this study is on the effect of ground speed errors,
consider how significant are the other tracking errors? These latter errors include the
aircraft heading error and the ground path errors.

In Figures 3-7 and 3-8 are presented the ground speed error statistics respectively for
the jet and the turboprop aircraft. Clearly any  ground speed errors might lead to an
unforeseen overtake situation which might lead to a possible collision. In the context of
the Relative Ground Speed Propositions used by the Ordering and Merging Procedure
of a GENERAL-Type Spatial Constraint, any Relative Ground Speed magnitude greater
than 20 kts. is significant. Based on these two criteria and the ground speed error
statistics of these two figures, the ground speed errors have to be considered
significant, particularly during speed reduction maneuvers and heading changes.
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Figure 3-7.  Jet Ground Speed Tracking Errors

In Figures 3-9 and 3-10 are presented the heading error statistics respectively for the jet
and the turboprop aircraft. The heading mean errors are seen to vary between
+/-25 deg. for these two cases. There are no criteria, however, for determining whether
these heading errors are significant. This arises from the fact that none of the
Propositions use relative heading directly or indirectly as an input. Hence, even though
the heading errors are large, they can be ignored in an error analysis of the FAST SL
input variables.

In Figure 3-11 and 3-12 are presented the ground path error statistics respectively for
the jet and the turboprop aircraft. These errors appear to be bounded loosely between
+/-0.1 nm. Since the minimum required separation distance for two aircraft is equal to 3
nm or greater, the ground path error statistics can be ignored.
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Figure 3-8.  Turboprop Ground Speed Tracking Errors
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Figure 3-9.  Jet Heading Tracking Errors
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Figure 3-10.  Turboprop Heading Tracking Errors
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Figure 3-11.  Jet Ground Path Tracking Errors
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Figure 3-12.  Turboprop Ground Path Tracking Errors

3.4.2 Relative Ground Speed

For aircraft A ahead of aircraft B, the Relative Ground Speed error is given by:

                    VG,ABδ δ δt V t V tk G A k G B k( ) ≡ ( )− ( )( ), ,

where, VG = current ground speed of aircraft

The Relative Ground Speed error at the current time is best illustrated for the two jet
scenario which is shown in Figure 3-13. The Relative Ground Speed error at FCTS is
best illustrated for the case which involves the jet and the turboprop aircraft illustrated
in Figure 3-14. For the latter figure it was assumed that the current (prior to FCTS)
Relative Ground Speed error will be the same error at FCTS. In each of these two figure
is shown the nominal history on top. This is followed by the estimate history subplot
with the +/-2 sigma bounds. Finally, the last two subplots show the mean and the
standard deviation histories.
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Figure 3-13.  Relative Ground Speed Statistics (Jet 1 ahead of Jet 2)
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Figure 3-14.  Relative Ground Speed at FCTS Statistics (Turboprop ahead of Jet)
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The assumption that the Relative Ground Speed error at FCTS will be the same as the
current Relative Ground Speed, needs to be examined more closely. At certain flight
path distances from the runway threshold, the aircraft must adhere to three different
speed limits. The first speed limit of a 250 knot ground speed occurs as soon as the
initial descent is completed. The second speed limit of 210 knots occurs approximately
mid-way along the Downwind path segment. The third speed limit is determined by
aircraft type and occurs prior to reaching the outer marker. In general, if an aircraft has
a ground speed less than the current speed limit, it is allowed to proceed with that
speed to the next speed limit.

FAST TS considers the nominal speed reductions at the nominal locations in computing
the predicted trajectory for an aircraft. It also allows the aircraft to proceed with its
current estimate of the speed until the next speed reduction. Hence, normally the
current ground speed estimation error will only propagate to the next speed limit.

Also, if the actual ground speed equals the current speed limit, the positive estimation
errors is clipped if the air traffic controller tells the aircraft to slow down to remain
within the stated speed limit because it is large enough. The negative estimation errors,
will give the appearance that the aircraft is within the speed limit and hence are left
unchanged until the next speed limit.

There are other sources of ground speed deviations from the nominal. These sources of
ground speed deviation include the flight technical errors, and unpredicted winds.
Hence, a conservative approach is to ignore the moderating effects of the ground speed
limits, discussed above, on the ground speed estimation errors introduced through
radar tracking.

3.4.3 Normalized Separation Distance at FCTS

The estimation error for the NSDFCTS was derived in (Mueller, 1998). It was shown that
Relative Ground Speed errors corrupt the estimates of the time of FCTS and thereby
produce an error in the NSDFCTS. The estimation error equation is given as:

  

                NSD t

d t t
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where, tFCTS,AB = First Common Time Step (FCTS) for aircraft A and B
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The minimum required separation distance, ∆dnm , between two aircraft A and B in the
TRACON is presented in Table 2-5. This table shows that this separation distance
depends on the size and sequence of the two aircraft which are in-track to each other.

The NSDFCTS statistics histories for the Turboprop ahead of the Jet are presented in
Figure 3-15. The nominal history is shown in the top subplot while the second subplot
shows the estimate history and its +/-2 sigma bound. Finally, the last two subplots
present the mean and standard deviation histories. The reason for the diminishing
standard deviation error as time gets closer to the FCTS arises from the fact that the
FCTS prediction is made over a shorter time interval.

3.4.4 Relative ETA Magnitude:

Since the relative ETA magnitude is  a non-linear function, the corresponding error has
to be obtained as follows:

  

Since,       
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Figure 3-15.  NSD at FCTS Statistics (Turboprop ahead of Jet)
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where,
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∫ ∫, , , , , ,

The Relative ETA Magnitude statistics are illustrated in Figure 3-16 for the two jets. The
second subplot also shows the 2 sigma bounds around the estimate.
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Figure 3-16.  Relative ETA Magnitude Statistics (Jet 1 ahead of Jet 2)
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3.4.5 Controllability
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where, ∆tnm = minimum required separation time with aircraft n ahead of m
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The minimum required separation time between two aircraft was previously shown in
Table 2-4. The Controllability is illustrated for the two jet case in Figure 3-17.

3.4.6 Excess Delay

Like the ETA magnitude, the excess delay is another non-linear function for which the
error has to be obtained as follows:
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Figure 3-17.  Controllability Statistics (Jet 1 ahead of Jet 2)
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The Excess Delay statistics are illustrated for the two jet case in Figure 3-18.
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Figure 3-18.  Excess Delay Statistics (Jet 1 ahead of Jet 2)
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3.4.7 Normalized Delay Savings
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∫,
,

where, 
STAn,nm = scheduled time of arrival of aircraft n, given a sequence of nm

        STAm,nm = max{ STAn,nm+∆tnm, TAm,Early}, with STA1stA/C = TA1st,Early
  TAn,Early,TAn,Late = earliest and latest time of arrival for aircraft n

 ∆tnm = required separation time between aircraft given a sequence of nm
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The earliest time of arrival, TAn,Early, is obtained by determining the time it takes an
aircraft to reach the runway threshold when it takes the shortest flight path and the
latest speed reductions. The latest time of arrival, TAn,Late, is obtained by determining
the time required for an aircraft to reach the runway threshold when it takes the
longest flight path, using any flight path extensions, and the earliest speed reductions.

The Normalized Delay Savings statistics are illustrated in Figure 3-19 for the two jet
case.
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Figure 3-19.  Normalized Delay Savings Statistics (Jet 1 ahead of Jet 2)
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4.0 FIGURES OF MERIT

In this chapter figures of merit are defined for those FAST SL input variables which are
sensitive to ground speed errors. These figures of merit are then be used to establish
the performance of the Propositions which are affected by these input variable errors.
The intent is to examine how uncertainties in the Proposition input variable might lead
to incorrect decisions reached by that Proposition and the associated Procedure of
which it is a part.

The approach which is used consists of a general review of several figures of merit and
a comparison of their individual merits. This also involves the derivation of the
equations for four new figures of merit. In the process, the probability density function
for each ground speed dependent input variable is introduced. To evaluate the
preferred figures of merit, parameters is provided for these figures of merit.

4.1 Relative Ground Speed Figure of Merit

The Relative Ground Speed Membership and Consequent Function pair is illustrated in
Figure 4-1.
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Figure 4-1. Relative Ground Speed Membership and Consequent Functions

It is worthwhile to examine this figure in greater detail in order to understand how it is
used. If two aircraft, A and B, are positioned such that A is ahead of B (AB), then if A is
faster than B, the Relative Ground Speed is positive. If A is slower than B than the
Relative Ground Speed is negative. For these two aircraft at a particular time, only one
or the other outcome is possible, given their current relative position.

Based on this figure and the uncertainties in the Relative Ground Speed estimate, a
number of error cases might occur. These are summarized in Table 4-1 and are
illustrated in Figures 4-2 through 4-4.

Table 4-1 Relative Ground Speed Decision Error Cases
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Case Actual Relative
Ground Speed, ∆VG,A

Estimated Relative
Ground Speed, ∆VG

Selected
Output

Required
Output

1a

1b

-20 kts < ∆VG,A < 20 kts ∆VG < -20 kts

∆VG > 20 kts

-7.5

7.5

0

2a

2b

∆VG,A <-20 kts -20 kts < ∆VG < 20 kts

∆VG > 20 kts

0

7.5

-7.5

3a

3b

∆VG,A >20 kts -20 kts < ∆VG < 20 kts

∆VG < -20 kts

0

-7.5

7.5

-100 -80 -60 -40 -20 0 20 40 60 80 100
0

0.2

0.4

0.6

0.8

1

1.2

1.4

RELATIVE GROUND SPEED (CASE 1, knots)

Figure 4-2. Figure of Merit for Relative Ground Speed (Case 1)

Note that there are three actions which can be taken, based on the Output of this
Proposition: no action (Output = 0), keep the current order of the two aircraft (output is
7.5), or reverse the order of the two aircraft (Ouput = -7.5).

In these figures, it is assumed that the estimated Relative Ground Speed has a Gaussian
probability density function (pdf). Furthermore, this pdf has a mean whose value is the
actual Relative Ground Speed. Hence, for illustration purposes, the estimation error
mean (difference between estimated and actual) is zero. Also, the magnitude of the pdf
in these figures has been arbitrarily scaled up for clarity.

 Case 1a
     Error

 Actual

 Estimate

 Case 1b
      Error
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Figure 4-3. Figure of Merit for Relative Ground Speed (Case 2)
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Figure 4-4. Figure of Merit for Relative Ground Speed (Case 3)

If the actual Relative Ground Speed is within the deadband of −20 knots to 20 knots,
then Relative Ground Speed estimates less than −20 knots or greater than 20 knots,
leads to an action when no action is required. A second case is where the actual Relative
Ground Speed is less than −20 knots, but the estimated Relative Ground Speed lies
within the deadband or is greater than 20 knots. Finally, a third case is where the actual
Relative Ground Speed is greater than 20 knots, but the estimated Relative Ground
Speed falls within the deadband or is less than −20 knots.

The decision error cases of Table 4-1 can be quantified using the Relative Ground Speed
pdf.

Actual

Estimate

Case 2a
    Error

Case 2b
    Error

Actual

Estimate

Case 3b
     Error

Case 3a
    Error
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Now the general Relative Ground Speed, ∆VG, decision error probability (figure of
merit) calculation is:
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The parameters required to perform this integration for each case is presented in Table
4-2.

Table 4-2 ∆VG  Figure of Merit Parameters

Case   ∆VG,Low   
∆VG,Up     ∆V̂G,Low     

∆V̂G,Up

1a
1b

−20 20 −∞
20

−20
∞

2a
2b

−∞ −20 −20
20

20
∞

3a
3b

20 ∞ −20
−∞

20
−20

The above figure of merit was previously developed in (Mueller, 1998). The difficulty
with this figure of merit is that it does not directly relate to the decision reached by this
Proposition. In addition, it can lead to extensive tables, such as Table 4-1, for the
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remaining Propositions which are sensitive to Relative Ground Speed errors. In other
words, just by cataloging the different decision error cases, nothing new is learned
about their impact on the decision reached by that Proposition.

4.2 New Figures of Merit

More relevant and practical figures of merit include the expected (mean) Output and
Firing Strength. The Firing Strength is defined as the weighted output -- the product of
the Output and its associated Weight. The Procedure determines its decision for the
relative order of two aircraft by combining the individual Proposition Firing Strengths
in a weighted sense, based on the degree of membership. Hence the expected
Proposition Membership and Weight are two additional figures of merit.

To quantify these new figures of merit, consider the input xn to Proposition n. Let Mn(xn)
be the Proposition Membership, On(xn) the Proposition Output, Wn(xn) the Proposition
Weight, and Sn(xn) the Proposition Firing Strength. Then if fxn(xn) is the probability
density function of xn, the expected (mean) Membership, µMn, the expected (mean)
Output, µOn, the expected (mean) Weight, µWn,  and the expected (mean) Firing Strength,
µSn, are obtained, respectively, as follows:

  

                 

                 

                          and,
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In addition, the Procedure combines the Firing Strengths from all N Propositions which
are included in this Procedure to obtain a weighted Firing Strength. This Procedure
weighted Firing Strength determines whether the current order or the reverse order of
two aircraft should be used. This decision is determined by examining the polarity
(positive or negative) of this Procedure Normalized Firing Strength. Hence, if the
Procedure Normalized Firing Strength is less than -7.5, the order of the aircraft is
reversed. The Procedure Normalized Firing Strength is computed as follows:
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Using this Procedure Normalized Firing Strength and the probability density functions
for all N Proposition input variables, the mean Procedure Normalized Firing Strength is
obtained as follows (Papoulis, 1965):
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In the last expression, it is assumed that the xn are independent. This assumption is only
partially true since each xn depends on some scaled version of the Relative Ground
Speed error for the STA trajectories, as well as possibly for the Early or Late trajectories,
of aircraft A or B.

On closer inspection, the last expression is fairly complicated. While the numerator can
be expanded into the sum of N integrals, one for each Proposition, they all have the
same common denominator, the sum of the N individual Weights. If the Weights were
not dependent on xn and were constant, then it can be shown that the above expression
leads to the scaled sum of N Firing Strength means.

This last observation suggests the following approximation for the expected Procedure
Normalized Firing Strength:
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S n
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n

N

n

N
1

1
Hence, this approximation uses the sum of the N mean Proposition Firing Strengths
normalized by the sum of the N mean Proposition weights.
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Additional analysis is required to determine how closely the statistical approximation in
the last equation matches the precise definition for the Procedure Normalized Firing
Strength. If this approximation is found not to be a good statistical approximation, it is
still possible to use it as another figure of merit.

A heuristic argument to justify this approximation is as follows. In computing the n’th
mean probability integral, the denominator is probably fairly constant. This is based on
the fact that for the n’th integral, only the n’th Weight term is varying while the
remaining (N-1) Weight terms are constant. Hence the Procedure Normalized Firing
Strength is approximately the Procedure Firing Strength times a constant. This heuristic
argument provides a reasonable justification for the use of the sum of the N mean
Procedure Firing Strengths.

It is now possible to derive algorithms for the new figures of merit, defined above, for a
generic Proposition as shown in Chapter 2. If x is a general input to a trapezoidal
Membership Function, M(x):

  

                        M x
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x -
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x b

L

L L
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R

where aL,aR = left and right-hand input limits of trapezoidal dead-band (M = 0)
bL,bR = left and right-hand input limits where trapezoid first reaches its

maximum value (M = 1)

In this definition of the trapezoidal Membership Function, the left-hand limits are
associated with a negative slope, while those for the positive limits are associated with a
positive slope.

Now if the probability density function of x, fx(x), is Gaussian:
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                    f ( ) = 1
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The corresponding Proposition mean Membership Function, µM, is obtained as follows:
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The general Output Function, O(x), based on the input x is:
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where c = consequent discrete output value (e.g.: 7.5, 15, 22.5, 30, 37.5, or 45)

The Proposition mean Output, µO, is then:
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The general Weight, W(x), is given by:
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The corresponding Proposition mean Weight, µW, is obtained as follows:
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Then the general Firing Strength, S(x),:
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The corresponding Proposition mean Firing Strength, µS, is obtained as follows:
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The integrals involving integration to +∞ or -∞ for the mean Weight and mean Firing
Strength can be evaluated using the complementary error function, erfc, which is
readily available in MATLAB. The remaining integrals have to be evaluated
numerically. Since these latter integrals involve finite integration limits, this can easily
be performed in MATLAB.

Comparing the expression for mean output with the figure of merit, derived in Section
4.2, it can be seen that the sum of the products of the original figures of merit times
their corresponding Proposition output is the mean Proposition output. By comparing
the actual output to the mean output of the estimate, the mean output error is obtained.
Stated in another way, rather than enumerating the individual Proposition decision
error cases, the mean Proposition output provides a direct measure of the decision
error when this mean output is compared to the actual output.

4.3 Relative Ground Speed

For the Relative Ground Speed Proposition of Figure 4-1, the parameters required in
the above equations are summarized in Table 4-3.

Table 4-3  Relative Ground Speed Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Is Faster’ -60 -20 20 60 ‘Marginally Favored’ 7.5

In addition, the probability density for the Relative Ground Speed is:
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With definition of the Relative Ground Speed Proposition parameters and statistics, the
equations of the Section 4.2 can be used to determine the Relative Ground Speed mean
Membership, Output, Weight, and Firing Strength.

4.4 Relative ETA Magnitude

Since the Relative ETA Magnitude Proposition input involves a magnitude operation,
the probability density function is more complicated than for the other input variables.
Hence, the new figures of merit for this variable are derived separately.

The membership, M(τ) for the Relative ETA Magnitude, τ, is:
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The Output, O(τ) is:
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The Weight, W(τ) is:
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The Firing Strength, S(τ), is:
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Finally, the probability density function, fτ(τ), for the Relative ETA Magnitude (Mueller,
1998) is:
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The Mean Output, µO, can now be derived as follows:
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The Mean Weight, µW, is:
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The Mean Firing Strength, µS, is:
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4.5 NSDFCTS

For the three NSDFCTS Propositions, the parameters are summarized in Table 4-4:

Table 4-4  NSDFCTS Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Significantly Ahead at FCTS’ -4 -2 2 4 ‘Significantly Favored’ 45

‘Ahead at FCTS’ -2.5 -0.5 0.5 2.5 ‘Favored’ 30

‘Slightly Ahead at FCTS’ -1 0 0 1 ‘Slightly Favored’ 15

The probability density function, fη(η), for NSDFCTS is:
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The problem with formulating the figures of merit using the generic equations
presented in Section 4.3 is that the estimate of NSDFCTS may vary between positive and
negative values prior to reaching tFCTS. This depends on whether the aircraft separation
distance estimate between aircraft A and B, is positive or negative. What complicates
the computation of the estimate of NSDFCTS is that whenever the sign of the estimated
separation distance at FCTS switches, the required minimum separation distance will
also switch from ∆dAB to ∆dBA.

A practical formulation involves using the estimate of the SDFCTS, λ, in place of the
NSDFCTS. The new figures of merit can be reformulated using SDFCTS and still obtain the
same results as would be obtained with the figures of merit for NSDFCTS. The
corresponding SDFCTS Proposition parameters are summarized in Table 4-5:

Table 4-5  SDFCTS Proposition Parameters

Membership
Function

bL aL aR bR Consequent
Function

c

‘Significantly Ahead at FCTS’ -4 ∆dBA -2 ∆dBA 2 ∆dAB 4 ∆dAB ‘Significantly Favored’ 45

‘Ahead at FCTS’ -2.5 ∆dBA -0.5 ∆dBA 0.5 ∆dAB 2.5 ∆dAB ‘Favored’ 30

‘Slightly Ahead at FCTS’ - ∆dBA 0 0 ∆dAB ‘Slightly Favored’ 15

The probability density function, fλ(λ), for λ is:
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The generic figure of merit equations of Section 4.3 can now be used with the above
definition of the parameters and the SD statistics.

4.6 Excess Delay

The parameters for the three Propositions for the Excess Delay  were presented in
Tables 2-10 and 2-11 and are again summarized in Tables 4-6 and 4-7.

Table 4-6  Excess Delay Proposition Parameters (Aircraft A Sequenced Behind B)

Membership Function bL aL aR bR Consequent Function c

‘A is Significantly Delayed’ 0 0 50 100 ‘A is Favored’ 30

‘A is Delayed’ 0 0 25 75 ‘A is Slightly Favored’ 15

‘A is Slightly Delayed’ 0 0 0 50 ‘A is Marginally Favored’ 7.5

Table 4-7  Excess Delay Proposition Parameters (Aircraft B Sequenced Behind A)

Membership Function bL aL aR bR Consequent Function c

‘B is Significantly Delayed’ -100 -50 0 0 ‘B is Favored’ -30

‘B is Delayed’ -75 -25 0 0 ‘B is Slightly Favored’ -15

‘B is Slightly Delayed’ -50 0 0 0 ‘B is Marginally Favored’ -7.5

The probability density function, fζ(ζ), for the Excess Delay, ζ, is:
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4.7 Normalized Delay Savings

The parameters which are required to compute the Proposition statistics for the NDS
are summarized in Table 4-8.

Table 4-8.  NDS Proposition Parameters

Membership Function bL aL aR b
R

Consequent Function c

‘A Ahead of B Causes Less Delay’ 0 0 0 2 ‘A is Marginally Favored’ 7.5

‘B Ahead of A Causes Less Delay’ -2 0 0 0 ‘B is Marginally Favored’ -7.5

If  η is the NDS input, the NDS probability density function, fη(η), is defined as follows:
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4.8 Controllability

The input parameters for the Controllability Propositions are summarized in Table 4-9.

Table 4-9.  Controllability Proposition Parameters

Membership Function bL aL aR bR Consequent Function c

‘Significantly out of Delay’
(Aircraft A behind B)

-0.5 0.25 0 0 ‘A Significantly Favored’ 45

‘Significantly out of Delay’
(Aircraft B behind A)

0 0 -0.25 0.5 ‘B Significantly Favored’ -45

‘Out of Delay’
(Aircraft A behind B)

0 0.75 0 0 ‘A Favored’ 30

‘Out of Delay’
(Aircraft B behind A)

0 0 -0.75 0 ‘B Favored’ -30

The probability density function for the Controllability, κ, is:
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5.0 ORDERING PROCEDURE
PERFORMANCE SIMULATION RESULTS

In this Chapter the FAST Scheduling Logic error models developed in the last Chapter
are incorporated into a performance simulation for the Ordering Procedure for a
GENERAL-Type Spatial Constraint. While the focus is on the Propositions which are
directly or indirectly dependent on the Relative Ground Speed errors, it is necessary to
also model the remaining Propositions. For these latter Propositions, the inputs are
assumed to be error-free with respect to the Relative Ground Speed dependent
Propositions. By modeling all the Propositions for each Procedure, it is possible to
determine the influence that the Relative Ground Speed errors have on the Procedure
decision. A listing of this simulation is presented in presented in Appendix B.

5.1 Ordering Procedure Performance Simulation

Table 5-1 summarizes the seven Proposition pairs which are evaluated by the Ordering
Procedure of a GENERAL-Type Spatial Constraint. It specifically indicates the
Proposition, the Proposition input, the Consequent, and the Consequent Output.
Propositions 2 and 4 are the same since FAST SL uses the same logic for both the
Ordering and the Merging Procedure of a GENERAL-Type Spatial Constraint.
However, for the latter, the first three Propositions are referenced to the FCTS rather
than the current position.

Table 5-1. Ordering Procedure of a GENERAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 ‘Significantly ahead at current position’ NSDTRK ‘Significantly favored’ +/-45

2 ‘Ahead at current position’ NSDTRK ‘Favored’ +/-30

3 ‘Slightly ahead at current position’ NSDTRK ‘Slightly favored’ +/-15

4 ‘Ahead at current position’ NSDTRK ‘Slightly favored’ +/-15

5 ‘Faster at current position’ ∆VG ‘Marginally favored’ +/-7.5

6 ‘Lower at current position’ ∆h ‘Marginally favored’ +/-7.5

7 (‘Close‘) AND (‘Faster at current position’) ∆d &
∆VG

‘Slightly favored’ +/-15

These Propositions are evaluated for two aircraft at a time, such as aircraft A and B. If
the Proposition is true for aircraft A ahead of B, then the positive Output is selected. If
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the Proposition is true for aircraft B ahead of A, then the negative Output is selected. By
combining these individual Proposition Outputs in a Weighted sense (the Firing
Strength), the Procedure decision is obtained. Hence if the Procedure decision is
positive, aircraft A is recommended to be ahead of aircraft B. If the Procedure decision
is negative, aircraft B is recommended to be ahead of aircraft A.

Figure 5-1 summarizes the principal modules of the FAST SL Ordering Procedure
Performance Simulation and their relationship. The FAST TS simulation (fastTS.m),
which was previously developed and documented in (Mueller, 1998) is used to generate
a nominal trajectory for the two aircraft (A and B) whose order is evaluated.

Plot
Ordering Procedure

Nominal & Stat isti cal
Performance

( SL1 plot f unc.m)

Compute
Ordering Procedure

Nominal & Stati sti cal
Performance
(f ast SL1. m )

Compute
Propositi ons 1-6

Nominal
Performance

( symb rfu nc.m )

Compute
Propositi on 7

Nominal
Performance

( symb erf unc.m
& mbrfunc.m)

Compute
Proposition 5

Statist ical
Performance

( vg scrf un c.m)

Compute
Propositi on 7

Stati sti cal
Performance

(vgscrfunc.m &
mbrf unc.m )

Ordering Procedure
Nominal & Stati sti cal

Data File
(SL1 st ats .dat )

Compute
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Input Variables
( SL 1 in. m)

Compute  Radar
α−β Filter
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( SL1 in pa r .m )

FAST TS
Trajecto ry

( f ast TS.m)
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Traj. B File
( TSt rajB. dat )

Compute
Traject ory

Er ro rs
( vgfun c.m )

FAST SL ORDERING PROCEDURE
PERFORMANCE SIMULATION

Figure 5-1.  FAST SL Ordering Procedure Performance Simulation

The control parameters for this performance simulation, fastSL1.m, are specified in
SL1inpar.m. Using these parameters, the nominal trajectories are loaded in and used as
an input to the α−β radar tracking filter error simulation (abfltrfunc.m) which was
developed and documented in (Mueller, 1998). Next, the trajectory errors are computed
for these two trajectories in vgfunc.m. With the nominal trajectories and their error
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histories, the aircraft nominal relative trajectory variables and their error statistics are
computed in SL1in.m.

The statistical inputs as well as the nominal inputs are then used individually to evaluate
the seven Propositions of the Ordering Procedure. As shown in this figure, the Relative
Ground Speed statistics,  which are inputs to Propositions 5 and 7, are the only ground
speed-dependent input used in this Procedure. The combined Firing Strength from
these seven Propositions determines the nominal and the statistical Ordering Procedure
performance (fastSL1.m). By comparing the performance of this Procedure under
nominal as well as perturbed conditions, the degradation due to the Relative Ground
Speed errors can be determined.

Under this study, the principal figures of merit which are used are the expected (mean)
Proposition Membership, Output, Weight, and Firing Strength. The effects of the
corresponding dispersions (standard deviations) are only used to loosely determine a
confidence interval, such as the 95% confidence interval corresponding to +/- 2 sigma
about the estimate, assuming that the statistics are approximately Gaussian.

5.2 Nominal Trajectories

To evaluate the performance of the Ordering Procedure Procedure, trajectories for two
aircraft are required. Hence, a nominal jet trajectory from the Southwest Metering Fix
to Dallas-Ft. Worth Runway 18R is used. Then, to obtain the trajectories for two jet
aircraft in-track from each other, the nominal jet trajectory can be used twice with
different time biases as illustrated in Figure 5-2.

For convenience the period of interest is the time interval from the metering fix to the
FCTS of the jet aircraft with a turboprop merging onto the common Downwind flight
path segment. This merging scenario is evaluated in the next Chapter for the Merging
Procedure.

Since the performance degradation due to Relative Ground Speed errors is the principal
focus of this study, it is desirable to select the relative spacing such that minimum
separation criteria are satisfied at the FCTS under nominal conditions. Under this
nominal situation, no air traffic controller intervention is required. When the Relative
Ground Speed errors are added, it is possible to determine if an incorrect Procedure
decision is produced which might lead to an incorrect air traffic controller intervention.
Hence, in Figure 5-2 the two jets are separated by 3 nm from each other at their FCTS
with the turboprop.
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Figure 5-2.  FAST TS Jet 1 and Jet 2  Time Histories

5.3 Ordering Procedure Input Error Statistics

In this section, the FAST SL Proposition input error statistics are presented. These
estimation errors will be combined, in the performance simulation of the Ordering
Procedure, with the nominal (error-free) inputs to obtain the estimated inputs. For the
Ordering Procedure, the focus is on the Relative Ground Speed estimation error
statistics. These are the only Proposition inputs used by the Ordering Procedure of  a
GENERAL-Type Spatial Constraint which are dependent on ground speed errors.

The case of the Relative Ground Speed error for Jet 1 ahead of Jet 2 is illustrated in
Figure 5-3. The Relative Ground Speed estimation error mean must be added to the
nominal Relative Ground Speed to obtain the Relative Ground Speed estimate. The
standard deviation of the Relative Ground Speed estimate is the Relative Ground Speed
error standard deviation. Also shown in this figure is a 95% confidence (+/-2 sigma)
bound around the estimate.

           Jet 1
   - - - - -  Jet 2
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Figure 5-3.  Relative Ground Speed Statistics (Jet 1 ahead of Jet 2)

As can be seen in this figure, the estimate ‘lags’ the nominal Relative Ground Speed
history with the addition of the mean error. On the other hand, the standard deviation
is so small that it leads to a very tight 95% confidence bound around the estimate.

Examining this figure further, it can be seen that the Relative Ground Speed mean
varies between +/-30 kts while the standard deviation is generally less than 6 kts. The
individual spikes observed in the mean error histories correspond to either one or the
other aircraft undergoing a speed reduction maneuver or a heading change.

5.4 Ordering Procedure Performance Statistics

In this section the performance of the Ordering Procedure of a GENERAL-Type Spatial
Constraint is evaluated. The seven Propositions which are used by this Procedure are
summarized in Table 5-1. The performance is determined using the input variables for
the Jet 1 followed by a Jet 2 trajectory history.
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It is necessary to determine the impact on this Procedure from the decision errors
introduced by those Propositions which are sensitive to Relative Ground Speed errors.
Since the only ground speed dependent Proposition inputs are the Relative Ground
Speed itself, the two Propositions (5 and 7) which use this input are evaluated with both
the nominal and the estimated Relative Ground Speed. The remaining Proposition
inputs are assumed to be nearly error-free with respect to the Relative Ground Speed
errors. Hence, only the nominal Proposition inputs are used for those Propositions.

5.4.1 Membership Statistics

Figure 5-4 presents the input variable histories for the Proposition pairs evaluated by
the Ordering Procedure. The solid curves represent the nominal inputs while the
dashed curves represent the statistical estimates.
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5-4.  Ordering Procedure Input Histories
Differences between the nominal Normalized Separation Distance (NSD) and the
Horizontal Separation histories arise from the fact that the former is based on path
separation distance while the latter is based on line-of-sight separation distance. Hence
when Jet 1 reaches the Downwind path segment before Jet 2, the Horizontal Separation
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is shorter than the path separation distance. The histories are based on the Jet 1 - Jet 2
relative trajectories for the time history from the metering fix to the time of FCTS.

Also shown in Figure 5-4 is the relationship of the nominal and the estimated Relative
Ground Speed. The former is shown in solid while the latter in dashed form. This
subplot shows how the estimate lags the nominal when speed reduction or heading
maneuvers are made by one or the other aircraft.

Figure 5-5 presents the Membership histories for the seven Propositions of Table 5-1.
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Figure 5-5.   Ordering Procedure Membership Histories (Jet 1 ahead of Jet 2)

In this figure the nominal Membership values are shown with a solid line while the
estimates are shown with a dashed line. The first four Membership histories are based
on the Propositions which use the current Normalized Separation Distance between the
two jets as the input.

The fifth Proposition is based on the Relative Ground Speed. This Membership history
is seen to vary from zero to one. The seventh Proposition also uses the Relative Ground
Speed and the Horizontal Separation as joint inputs. The AND operation selects the
input which leads to minimum Membership -- the one which produces the lowest
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Membership value. Finally, the sixth Proposition uses the Relative Altitude as input. The
Membership for this Proposition varies between zero and one, depending on whether
the two jets have the same altitude.

5.4.2 Output Statistics

Figure 5-6 presents the Proposition Output histories. The histories for the nominal
Output are shown with a solid line while those for the estimates are shown with a
dashed line.
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Figure 5-6.   Ordering Procedure Output Histories (Jet 1 ahead of Jet 2)

The Ouput value is nonzero, if the Membership is nonzero. The maximum Output value
can reach +/-45, depending on the Proposition. However, while the Membership can
take any value between zero and one, the nominal Output can only take the discrete
positive or negative value assigned to that Proposition or zero. The Output estimate,
however, can take on any value between the maximum nominal positive and negative
Output for that Proposition.
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Examining the first four Propositions, it can be seen that these all have positive or zero
Output values. This corresponds to the fact that Jet 1 always remains ahead of Jet 2. The
fifth and seventh Proposition show both positive and negative Output values. This
arises from the fact that the Relative Ground Speed may be negative during the early
stages of this history since Jet 2 performs its speed reductions after Jet 1. Hence, it
appears at times that Jet 2  might overtake Jet 1. The Ouput value for the sixth
Proposition varies between zero and 7.5. This arises from the fact that Jet 2 performs its
altitude reduction maneuvers later than Jet 1. This results in the condition where Jet 1 is
lower than Jet 2, even though they are both flying along the same flight path history.

5.4.3 Weight Statistics

Figure 5-7 presents the Proposition Weight histories. The Weight histories can only
have positive values between 0 and 5.

5.4.4 Firing Strength Statistics

Figure 5-8 presents the Firing Strength histories for these seven Propositions. The
Firing Strengths corresponding to the nominal Proposition inputs are shown with a
solid line while those corresponding to estimated Proposition inputs are shown with a
dashed line. While the Firing Strength can vary between +/-225, the vertical axes were
set at -50 and 150 in this Figure.

This Figure shows that the Firing Strength histories are positive or zero except for the
fifth and seventh Proposition. Both of the latter two are dependent on the Relative
Ground Speed.

Since these Firing Strength histories are partly determined by the maximum nominal
Output for each Proposition, it is convenient to normalize these by the sum of all the
Proposition Weights. These Normalized Firing Strength histories are illustrated in
Figure 5-9.
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Figure 5-7.   Ordering Procedure Weight Histories (Jet 1 ahead of Jet 2)

5.4.5 Proposition 5 Results

A detailed look at the Proposition 5 results is presented in Figure 5-10. This figure
shows the nominal results with a solid line. The estimates are shown with a dashed line
while the 95% confidence interval about the estimate are shown with dotted lines.

The Output values can vary between +/-7.5. For the nominal Output, only the discrete
Output values of 0 or +/-7.5 are possible. For the estimate as well as its 95% confidence
interval, the histories can vary continuously between +/-7.5.

The Weight is limited to values between 0 and 5. This leads to Firing Strength values
bounded by +/-37.5. The normalized Firing Strength history for this case appears to be
bounded by +/-2.
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Figure 5-8.   Ordering Procedure Firing Strength Histories (Jet 1 ahead of Jet 2)

5.4.6 Proposition 7 Results

A detailed look at the Proposition 7 results is presented in Figure 5-11. The Output
values can vary between -15 and 15 for this Proposition. As a result, the Firing Strength
can vary between -75 and 75.

As shown in Table 5-1, this Proposition depends on both the Horizontal Separation and
the Relative Ground Speed, with the results selected from the input which produces the
lowest Membership. By comparing Figures 5-10 and 5-11, it can be seen that the
Relative Ground Speed appears to produce the non-zero results in Figure   5-11.
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Figure 5-9.   Ordering Procedure Normalized Firing Strength Histories
(Jet 1 ahead of Jet 2)

5.4.7 Ordering Procedure Results

Finally, when the individual Proposition results are combined to determine the
Ordering Procedure results, the histories of Figure 5-12 are obtained. This figure shows
that the total Output, total Weight, total Firing Strength, and the total Normalized
Firing Strength are all positive. This confirms that the decision to have Jet 1 ahead of Jet
2 is the preferred order for these two aircraft.

If the Normalized Firing Strength history is examined, it varies approximately between
10 and 20. This Normalized Firing Strength history appears to lie in the neighborhood
of Proposition Outputs of +7.5, +15, and +30. These Outputs correspond respectively to
‘Marginally favored’, ‘Slightly favored’ and ‘Favored’. Hence, one can interpret the
Procedure Normalized Firing Strength results to suggest that the order of Jet 1 ahead of
Jet 2 is ‘Slightly favored’.
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Figure 5-10. ‘Is Faster’ Proposition Results (Jet 1 ahead of Jet 2)

In summary, an Ordering Procedure scenario consisting of two in-track Jets has been
evaluated. With the introduction of the ground speed tracking errors, the Ordering
Procedure Firing Strength histories show some transient perturbations from the
nominal. The net impact of the ground speed tracking errors on the ordering decision
reached by this Procedure is not significant for this scenario.

Caution should be used in generalizing the results of this scenario whose primary
purpose was to illustrate the features of the Ordering Procedure Performance
Simulation. A larger number of additional scenarios should be investigated before more
general conclusions can be reached about the performance of this Procedure. These
scenarios would involve different flight path histories and different aircraft separations.



98

0 1 2 3 4 5 6 7 8 9
-20

0

20
"IS CLOSE & FASTER @ FCTS" PROPOSITION RESULTS (JET 1 - JET 2)

O
UT

PU
T

0 1 2 3 4 5 6 7 8 9

0

2

4

W
EI

G
HT

0 1 2 3 4 5 6 7 8 9
-50

0

50

FI
RE

 S
TR

NG
TH

0 1 2 3 4 5 6 7 8 9
-5

0

5

N.
 F

IR
E 

ST
RN

G
TH

TIME FROM METERING FIX (min)

Figure 5-11.   Ordering Procedure ‘Is Close AND Faster’ Proposition Results
(Jet 1 ahead of Jet 2)
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6.0 MERGING PROCEDURE
PERFORMANCE SIMULATION RESULTS

In this Chapter, the performance of the Merging Procedure of a GENERAL-Type Spatial
Constraint is evaluated. While the focus is on the Propositions which are directly or
indirectly dependent on the ground speed errors, it is necessary to also model the
remaining Propositions. For these latter Propositions, the inputs are assumed to be
error-free relative to the ground speed dependent Propositions. By modeling all the
Propositions for this Procedure, it is possible to determine the influence that the ground
speed errors have on the Procedure decision. A listing of the performance simulation is
presented in Appendix C.

6.1 Merging Procedure Performance Simulation

Similarly to the Ordering Procedure of a GENERAL-Type Spatial Constraint, the
Merging Procedure consists of seven Proposition pairs as shown in Table 6-1. Now,
however, in addition to the Relative Ground Speed input, the Normalized Separation
Distance at FCTS Proposition input is also dependent on ground speed.

Table 6-1 Merging Procedure of a GENERAL-Type Spatial Constraint

Number Proposition Input Consequent Output

1 ‘Significantly ahead at FCTS’ NSDFCTS ‘Significantly favored’ +/-45

2 ‘Ahead at FCTS’ NSDFCTS ‘Favored’ +/-30

3 ‘Slightly ahead at FCTS’ NSDFCTS ‘Slightly favored’ +/-15

4 ‘Ahead at current position’ NSDTRK ‘Slightly favored’ +/-15

5 ‘Faster at FCTS’ ∆VG ‘Marginally favored’ +/-7.5

6 ‘Lower at current position’ ∆h ‘Marginally favored’ +/-7.5

7 (‘Close‘) AND (‘Faster at FCTS’) ∆d & ∆VG ‘Slightly favored’ +/-15

The FAST SL Performance Simulation which is used to evaluate the Merging Procedure
of a GENERAL-Type Spatial Constraint is illustrated in Figure 6-1.  This  Performance
simulation computes the individual Proposition expected Membership values, Outputs,
Weights, and Firing Strengths and then combines these to determine the expected
Procedure Output, Weight, and Firing Strength.
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Figure 6-1.  FAST SL Merging Procedure Performance Simulation

These Proposition calculations can be performed with both nominal (error-free) inputs
or with statistical inputs. In the latter case, only the inputs which depend directly or
indirectly on the Relative Ground Speed errors are substituted in place of their nominal
values. It is assumed that the remaining inputs are relatively close to nominal when
compared to those ground speed dependent inputs.

By comparing the performance of this Procedure under nominal as well as perturbed
conditions, the degradation of the Procedure due to the Relative Ground Speed errors
can be determined. Under this study, the principal figures of merit which are used are
the expected (mean) Proposition Membership, Output, Weight, and Firing Strength.
The effects of the corresponding dispersions (standard deviations) are only used to
loosely determine a confidence interval about the estimate. Hence, a 95% confidence
interval corresponds to +/- 2 sigma, assuming that the statistics are approximately
Gaussian.

Examining Figure 6-1 more closely, the simulation requires the nominal trajectory
histories for the two aircraft whose merging sequence is determined. These trajectories
can be obtained using the fastTS.m MATLAB simulation (Appendix A) or they ca be
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obtained from some other source. In the latter case, for instance, actual aircraft
trajectories can be used, so long as the same trajectory variables and ASCII format is
used for the data files.

These trajectories as well as all the key control parameters are entered into the
SL2inpar.m MATLAB script. Using these parameters and trajectory histories, the radar
tracking error histories are computed in abfltrfunc.m. With the radar tracking error
histories, the aircraft trajectory error histories are computed in vgfunc.m. These
trajectory error histories are then combined in SL2in.m to obtain the nominal and
statistical relative input variable histories for the seven Proposition pairs.

Using these nominal relative variable histories, Propositions 1 - 6 are evaluated using
symbrfunc.m while Proposition 7 uses symbrfunc.m and mbrfunc.m. For the Merging
Procedure, there are now two sets of ground speed dependent input variables. These
are the Relative Ground Speed and the NSDFCTS for the two aircraft. Using the NSDFCTS
statistics, Propositions 1 - 3 are evaluated in fctscrfunc.m. The Relative Ground Speed
statistics are evaluated for Proposition 5 using vgscrfunc.m and in Proposition 7 using
mbrfunc.m and vgscrfunc.m.

The individual Proposition results are combined in fastSL2.m to determine the Merging
Procedure decision based on the Procedure composite Firing Strength. By using the
nominal Proposition results, the nominal Procedure decision results are obtained.
Substituting the statistical Proposition results for the corresponding nominal
Proposition results, leads  to the statistical Procedure decision. These results are plotted
using SL2plotfunc.m.

6.2 Nominal Trajectories

The nominal trajectories, which are used, correspond to the same scenario presented in
Section 3.2. This corresponds to the approach to Dallas-Ft. Worth Runway 18R from the
southwest metering fix. In this section the focus are on the nominal jet and turboprop
trajectories, since they present a merging scenario for this Procedure. Specifically the
nominal jet and turboprop trajectories are time shifted (biased) to produce the desired
separation for the merging scenario onto to the Downwind flight path segment. This
corresponds to Jet 2, of the two jet scenario used in Chapter 5, positioned behind the
Turboprop at their nominal FCTS, as illustrated in Figure 6-2. Under this scenario, the
Turboprop is ahead of the Jet by 3 nm. at FCTS. This corresponds to the nominal
minimum required separation distance for these two aircraft and their flight sequence.
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Figure 6-2.  FAST TS Time Histories (Turboprop ahead of Jet)

6.3 Merging Procedure Input Statistics

In this section, the FAST SL Proposition input error statistics are presented. First the
nominal relative trajectory variables are computed. Then the estimation errors is
combined with the nominal relative trajectory variables to obtain the estimated relative
trajectory variables. Since the only ground speed dependent variables are the NSDFCTS
and Relative Ground Speed, the focus is on their error statistics.

6.3.1 NSDFCTS Statistics

The NSDFCTS nominal and  error statistics are illustrated in Figure 6-3 for the Turboprop
ahead of the Jet. The time interval is the time from the metering fix to their FCTS. The
estimate is also shown with the 95% confidence interval.

           JET
   - - - - -  TURBOPROP
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Figure 6-3.  NSDFCTS Statistics (Turboprop ahead of Jet)

An examination of this figure shows that the nominal NSDFCTS has a constant value of 1
while the estimate varies approximately between 0 and 1. The individual spikes
observed in the estimate and the mean statistics are produced by one or the other
aircraft undergoing a speed reduction or a heading change.

6.3.2 Relative Ground Speed Statistics

In this section the focus is on the Relative Ground Speed estimation error at the FCTS
for the Turboprop ahead of the Jet trajectories. This case is illustrated in Figure 6-4.
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Figure 6-4.  Relative Ground Speed Statistics
(Turboprop ahead of Jet)

Examining this figure, it can be seen that the nominal Relative Ground Speed at FCTS is
zero. With the addition of the mean Relative Ground Speed error to the nominal, the
Relative Ground Speed estimate is obtained. This estimate, which also includes the 95%
confidence interval for this estimate, is seen to vary roughly between +/- 20 knots. The
95% confidence interval about this estimate, extends the range to roughly -30 to +20
knots. The individual spikes observed in the estimate and mean error histories
correspond to either one or the other aircraft undergoing a speed reduction maneuver
or a heading change.

As discussed in Section 2.3.3, the Relative Ground Speed at FCTS estimate, is nominally
the current Relative Ground Speed estimate. However, if there is a nominal speed
reduction maneuver between the current time and tFCTS, the current Relative Ground
Speed at FCTS estimate is the nominal Relative Ground Speed at FCTS. This follows
from the assumption that the current estimate of the ground speed will be flown by
each aircraft until a nominal speed reduction is made, since FAST TS uses only nominal
maneuver profiles. This reduction of the Relative Ground Speed at FCTS errors by
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nominal future speed maneuvers has not been considered in these figures, making
these results conservative. However, these figures also have not considered other
ground speed errors such as unpredicted winds and flight technical (pilot steering)
errors.

6.4 Merging Procedure Decision Statistics

In this section, the decision statistics for the Merging Procedure of a GENERAL-Type
Spatial Constraint are presented. While the principal statistic are the Proposition and the
Procedure expected Firing Strength, the expected Membership, Output, and Weight are
also presented.

6.4.1 Membership Histories

The input histories to the Propositions of this Merging Procedure are presented in
Figure 6-5 for the Turboprop ahead of the Jet. These indicate very similar results for the
nominal cases, shown with the solid lines, and more variability for the statistical
estimates, shown with dashed lines. Note that the NSDFCTS and NSD histories in Figure
6-5 are based on a normalization factor of 3 nm.

The expected Membership histories for the Turboprop ahead of the Jet are shown in
Figure 6-6.  In this figure, the nominal Membership histories are shown by the solid
curves while the estimates are shown with the dashed curves. While most of the
estimate histories are fairly close to their corresponding nominal histories, the third
Proposition does show some significant deviations from the nominal.

6.4.2 Output Histories

The expected Output histories are shown in Figure 6-7. Note that while the nominal
Ouput can only assume three discrete values (zero, +nominal, or -nominal), the
expected Output values can vary continuously between these extremes. This arises
from the use of the probability weighting.

6.4.3 Weight Histories

Figure 6-8 presents the nominal and estimated Weight histories for these seven
Propositions. The general shapes of these histories are seen to be similar to the
Membership histories of Figure 6-6.
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Figure 6-5.  Merging Procedure Input Histories
(Turboprop ahead of Jet)

6.4.4 Firing Strength Histories

The expected Firing Strength histories for this scenario are presented in Figure 6-9. The
nominal Firing Strength histories can be obtained as the product of the nominal Output
and the nominal Weight histories. However, the estimated Firing Strength history
cannot, in general, be obtained as the product of the estimated Output history and the
estimated Weight history, as is shown in Chapter 4. If the standard deviations of the
Output and the Weight are small, then their estimated Firing Strength is approximately
equal to the product of the estimated Output and the estimated Weight. Due to these
direct or approximate relationships, the Firing Strength histories tend to have similar
shapes as the Weight histories.
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Figure 6-6.  Merging Procedure Membership Histories
(Turboprop ahead of Jet)

In Figure 6-9 are presented the nominal and statistical Normalized Firing Strength
histories. These are obtained by normalizing the nominal Firing Strength histories by
the sum of the seven Proposition nominal Weight histories. In similar fashion, the
statistical Normalized Firing Strength histories are obtained by normalizing the
statistical Firing Strength histories by the sum of the seven Proposition statistical or
nominal Weights.

The Normalized Firing Strength can be viewed as a Weighted Output. As a result, it is
possible to examine its value and assign a similar significance as the Output values have.
Hence values near +7.5 can be thought of as ‘Marginally favoring the current aircraft
sequence’ while values near +45 can be thought of as ‘Significantly favoring the current
aircraft sequence.’ Similar arguments apply for negative values in which case the
reverse aircraft sequence is preferred. In addition, the nominal Normalized Firing
Strength is not limited to discrete values, unlike the nominal Output. An examination of
Figure 6-9 shows that most of the Normalized Firing Strength histories lie between
zero and 10.
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Figure 6-7.  Merging Procedure Output Histories
(Turboprop ahead of Jet)

6.4.5 Proposition 1 - 3 Results

In the next five figures, a close look at the Proposition results is presented for those
Propositions which rely on ground speed dependent inputs. These are Propositions 1 -
3, 5, and 7. In these figures, the nominal histories are shown with solid curves while the
histories of the estimates are shown with dashed curves. In addition, the 95%
confidence interval curves are shown as dotted curves.

In Figures 6-11  through 6-13 are presented the results for Propositions 1 through 3.
Examining these NSDFCTS Proposition figures, it can be seen that the results for
Proposition 1 are zero while the Proposition 2 and 3 results are zero or positive. For
Proposition 3, however, the 95% confidence limits show some brief periods of negative
Output, Firing Strength, and Normalized Firing Strength results.
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Figure 6-8.  Merging Procedure Weight Histories
(Turboprop ahead of Jet)

6.4.6 Proposition 5 and 7 Results

In Figures 6-14 and 6-15 are presented the results for the Propositions 5 and 7 which
both depend on the Relative Ground Speed. In general, the statistical results do not
appear to differ significantly from the corresponding nominal results.

6.4.7 Merging Procedure Results

In Figure 6-16 are presented the Merging Procedure results. Examining the Normalized
Firing Strength histories for this Procedure, it can be seen that the nominal and
statistical results vary between 10 and 20. In the context of the Proposition Output of
+15, these results suggest that the Turboprop ‘Is  slightly favored’ to merge ahead of
the Jet onto the Downwind flight path segment.
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Figure 6-9.  Merging Procedure Firing Strength Histories
(Turboprop ahead of Jet)

This analysis only included ground speed tracking errors. It did not consider additional
FAST TS modeling errors due to the use of simplified dynamics models. Also the effects
of wind prediction errors and pilot steering errors were not considered.

The perturbations, however, were insufficient to lead to an incorrect Merging
Procedure decision. An incorrect Merging Procedure decision would have resulted if the
expected Normalized Firing Strength estimates had switched polarity and had reached
a value whose magnitude was at least 7.5. For this specific scenario, an incorrect
Procedure decision would have been reached if the Normalized Firing Strengths
reached values less than -7.5. This limit has been selected in the design of the FAST SL to
add some hysterisis and avoid limit cycling back and forth between small positive and
negative Normalized Firing Strength results.
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Figure 6-10.  Merging Procedure Normalized Firing Strength Histories
(Turboprop ahead of Jet)

If  the nominal separation distances between the two sets of aircraft were increased, the
nominal Normalized Firing Strength is expected to increase. Hence, it would be even
less likely that the expected Normalized Firing Strength will switch polarity. However,
if the nominal separation distances are less than nominal between the two sets of
aircraft, the nominal Normalized Firing Strength is expected to decrease. Under these
conditions it may be more likely that the Relative Ground Speed errors may lead to a
polarity change in the expected Normalized Separation Distance which is sufficient to
lead to an incorrect Merging Procedure decision. This would have to be investigated
further.

In summary, a Merging Procedure scenario consisting of a Turboprop followed by a Jet
aircraft has been evaluated. With the introduction of the ground speed tracking errors,
the Merging Procedure Firing Strength histories show some transient perturbations
from the nominal. The net impact of the ground speed tracking errors on the merging
decision reached by this Procedure is not significant for this scenario.
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Figure 6-11.  ‘Is Significantly Delayed’ Proposition Results
(Turboprop ahead of Jet)

Caution should be used in generalizing the results of this scenario whose primary
purpose was to illustrate the features of the Merging Procedure Performance
Simulation. A larger number of additional scenarios should be investigated before more
general conclusions can be reached about the performance of this Procedure. These
scenarios would involve different flight path histories and different aircraft separations.
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Figure 6-12.  ‘Is Delayed’ Proposition Results
(Turboprop ahead of Jet)
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Figure 6-13.  ‘Is Slightly Delayed’ Proposition Results
(Turboprop ahead of Jet)
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Figure 6-14.  ‘Is Faster’ Proposition Results
(Turboprop ahead of Jet)
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Figure 6-15.  ‘Is  Close’ AND ‘Is Faster at FCTS’ Proposition Results
(Turboprop ahead of Jet)
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Figure 6-16.  Merging Procedure Results
(Turboprop ahead of Jet)
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